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PREFACE

The following information came to the Office of Coastal

Zone Management in response to requests to various interest
groups to present their views and concerns in relation to
cpastal management programs to planners.of coastal management

programs.

The Office of Coastal Zone Management thanks the American
Association of Port Authorities for providing this report and
we hope that it will provide coastal managers with a better feel
for the concerns of port authorities. '

The views presented here are those of the American Association
of Port Authorities, and are passed on as a means of facilita-

" - ting communication. No endorsement by the Office of Coastal

Zone Management is intended or  implied.

Questions about the content can be directed to the American

Assoclation of Port Authovities at 1612 X Street, NW, Suite
« . ) 3

1000, Washington, D.C. 20006. - (202) 331-1263.
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INTRODUCTION

With the exception of the Federal interest in various aspects of navigational
safety and sufficieacy, U S port development, promotion and administration
is in the nands of public agencies organized at the State, County, or Munici-
pal level. As such, these agencies function according to the powers granted
and w1th1n a structure of. port vs. port, or region vs, region competition

- for trade. It is usually a frie:dly, but most certainly a serious, business

rivalry. As an industry, ports are not assured political or economic sur-
vival. They must usually earn that status, and continue to earn it.

'

"I am one wno believes that the Cbastal Zone Managenent Act of‘l972 should

be good for ports. I say this because where ports are unwelcomed neigh-
bors in tie coastal zone, the Act can do little that is hostile to ports
that other individually available means cannot accomplish.® On the other
hand, a. coastal zone plan that taites intelligent account of present and
future port activity helps to stabilize the essential political and economic
existénce of ports. The issue thus narrovs down to the plan as conceived,
and how it cares for ports.

Those who framed the 1972 Act must have thougqt that ports were important
cllents of the coastal zone. Section 306. (c) (1) states, for example, that
"prior to granting approval of a management program submitted by a coastal
zone state, the Secretary shall find that the state has developed and adop-
ted a management program for its coastal zone . . . with the opportunity of

full participation by . . . port authorities". Subparagraph (2) of this

section further requires that the "management program provides for adequate
consideration of the national interest involved in the siting of facilities
necessary to meet requirements which are other than local in nature". With

i ports handling $123 billion of the nation's foreign trade in 1974, generat-

ing over $h billion in Customs duties annually, and a Federal investment in
ship channels of about $1.7 billion since 1824, proper attention to port
activity in coastal zone plans 1s clearly in the national 1nterest So much
for the basic statistics.

.In keeping with Section 306 of the 1972 Act, it would be the recommendation

of the AAPA that all coastal zone plans be required to consider present and
future port activities, and that a requirement also be established in sub-
mitting such plans to NOAA that calls for an evaluation of plan treatment
of such activities in a separate, but annexed, document prepared by the con-
cerned port agency. This will focus State attention on the port role in
the coastal zone, and peossibly surface two points of view on that role- for
congideration by NOAA in reviewing the ccastal zone plan in fulfilling its
concern for the port contribution to the national interest.
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Fach State has, and should have, a prerogative in its treatment of port
activity within its own coastal zone planning. Though an admittedly strong
and perhaps biased advocate of the legitimacy of port activity within the
coastal zone, the AAPA cannot intrude upon this local or regional juris-
diction. However, it can suggest a process or an approach. This would be
based on an assessment of existing and futurefport activity set against
State. policy in accommodating such activity. !That activity which is to be
accomnodated by this policy should then be expressed in land and water re-
source demands distributed within the coastal zone so as to balance port
efficiency with the characteristics of those land and water areas deemed to

®)e most compatible with port activity. ) While other interim uses may be

‘allowed for such alloted land and waler areas, they should be made subject
to dispossession as and when demanded by planned-for-port activity. In
this process a realistic attitude must prevail that recognizes that while
unspoiled beachfronts may not be ideal for port usage within the coastal
zone, likewise current and future port-oriented land and water areas are
not ideal hosts for beachfronts. It would be delightful from the multi-
use planning concept to have shipping and swimming coexist,ibut such oppor-

- tunities will be rare.

In summary, good coastal zone planning is good for ports, for it assures
them a proper place in the coastal zone in serving the commerce of their
region and that of the nation. Good and objective planning approaches
should achieve this. We believe state planning agencies will be competent
to design state plans that reflect the coastal zone priorities within their
respective states. We are not as certain that those state agencies are
fully aware hovw their treatment of ports within their state will affect
those ports' competitive posture, and have regional and national implica-
tions. To that end the staff of AAPA has prepared "Public Seaport Consid- .
erations Applying co Coastal Zone Planning” to assist state planners with
this broader perspective . S :

Alfred Hammon, Chairman
AAPA Committee III:
Ship Channels and Harbors

As presented before the Coastal Zone Management Advisory Committee on May 13,

1976
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CHAPTER I.
Concerns Identified with the American Port System

Global Concerns: There 1s a positive correlation between pop-
ulation growth and trade growth, an absolute corrclation between
Gross National Product and trade., Long-term growth in port
requirements is predictable. '

P b

National Concerns: The U.S. has a balanced system of ports,
relatively evenly distributed along all four coastlines, -
Atlantic, Pacific, Great Lakes and Gulf. This gives shippers
a multiple choice of ports based on time/cost/convenience fac-
tors.,

legional Concerns: Ports may promote either population concen-
tration or dispersal. Commercial ports depend on trade which
1g related to urban Jocations., Industrial ports may he supply
or market oriented and more flexible as to location. '

Local Concerns: Because shippers have freedom in routing and
choice of port, uneven application of Coastal Zone Management
will disturb interport competitive relacionships, - to the det-
riment of some, benefit of others. )

Financial Concerns: The U,S., port system handles more watei-
borne commerce than any other system in the world. Sometimes
it is not recognized as a system because it is decentralized.
Due to the size of the system, it is doubtful that centralized
control or planning would work. Channels and related harbor
improvements are provided by the federal government, piers and
‘related port facilities are provided by local interests, - with
federal and local investment in the system about co-equal.




G IR mm -EE N N N BN IE B N IS S B Ay B Em e
] i . ' - - .

-0

Global Concerns

By any standard the United States of America is the focal point
of the sealanes of the world. It is by far the largest consumer of
raw materials on a global basis and the largest world distributor

of manufactures; and is feeding substantial portions of the world
population through its agricultural output. According to the 1974
statistics, U, S. trade as carried by vessel amounted to: /1

Value (mil, do1) Shipping Wt. (mil. 1b,)
EXPQORTS’ - ¥ 55,904.,8 529,650, 2
IMPORTS : 67,165 2 893,790.0
TOTAL 123%,070.0 1,42%,446,2

The above figures may not be considered as static levels, most
of the principle categories having shown strong growth curves in

the post WW-II period. The dry cargo trades have shown a four-fold
increase over the past 25 years. /2 Trends in petroleum imports and
grain exports are a matter of daily readlng

= .- UUNITED STATES OIL SUPPLY BY SOURCE

MILLION S o ' : MILLION
_ BARRELS C _ . : o BARRELS
PER DAY - S | PER DAY
30 SR ) L Lo . -130
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. It seems soundly predictable the U. S. trade growth will
continue at an increasing rate into the long-term future. The

principal indicators are as follows:
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'1.’ Political Trends. The trading capability of the United
States is being extended into vast additional world areas.

2. Economic Trends. There has been greatly increased attention
to the reduction or elimination of artificial trade barriers
between nations, such as customs duties. A world common market
is foreseen by some in the long term future. This would mean
something similar to interstate commerce as enjoyed in the
United States, on a world-wide basis,

3. Population Trends. As of midnight, March 29, 1976,

world population reached a figure of 4-billion, an increase

of one billion persons having taken place in the past &~
years, /4 By way of contrast the previous one billion addition,
“from two billion to three billion, took 80 years., The prediction
for year 2000 is a world population of 7-billion. /5 - ;

In the western hemisphere a late 1975 study notes that by
2000 Latin American population will have grown from 278-million
to 645-million, outranking Europe, which will then have 527-
million, and the United States and Canada combined (354-million).
Mexico will have a larger population than Japan. /6

'~ .Because of the high percentages of population growth taking
~ place in relatively undeveloped nations (presently unequipped

with economies supportive of this kind of growth in terms of
distribution of goods, services, and jobs) it is obvious that
much support will come from the more developed nations, led by
the United States. The support will consist of both consumer
and capital goods, in hitherto unheard of quantities,

4, Shipping Growth. The three trends noted abcve are reflected

in the rapid growth of the world fleet of cargo vessels. -Such

ships (in excess of 1,000 gross tons) totalled 22,591 as of

June 30, 1975, representing a deadweight tonnage of 530,669,000

in all. Six months prior, as of December 30, 1974, these same

totals were 22,449 and 503,348,000 respectively. A fleet addition
~of 142 ships representing 27,321,000 deadweight tons took place

in the latest six-month period for which data is available. /7

Recent world shipping demands have already overwhelmed or
severely taxed the port systems of such nations as India, Nigeria,
Ecuador in recent months, with severe economic consequences and,
where movement of foodstuffs has been restricted by port breakdowns,
human suffering. As a reverse example, the longshore labor strikes
of recent years which have shut down many or all of the United States -
ports have provided a working example of world wide effects of even
a temporary paralysis of the United States port system.



Because it is predictable that the United States will continue
as the central nation of the world in the flow of trade and commodities,
the impacts upon the port system of the nation are obvious. The
effectiveness and capacity of that system become matters of world-
wide concern, '

: U. 5. Seaborne Imports and Exports of Selected
Bulk Commodities, 1969, and Projccted 1980 and 2000

(Millions of short: tons)

Ttem . | 1969 1980 2000

Imporﬁé

Crude petroleum.....c.o.e... 51.3 280.5 965.8

Residual fuel oil...... ‘e a/ " 168.5 129.2
- Other petroleum preducts.. ' 56.2

Iron Ore:....ee..... .. 29.0 34.1 48.3
CAlUMINA. e vsrvnorranacsons 1.8 5.7 15.2

BauXite....cvveceennsnnn, 16.3 15.9  15.9
Exports .

Food grains......ceocvuuan. 14.5 230 25.0
. Feed gralns.o ¢ e * 0 00 e 0008 1.604 32‘-0 54.0
Soybeans and meal......... - 11.7 24.0 38.7
C [

Bituminous coal........... 40.3 54.7 53.7

PhOSphatC rOCk.-.-..-..... 10«0‘ 1709 26.5

/3

a/ Included in other petroleum products.
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National Concerns

‘Because it is the busiest trading nation in the world, the
United States, as has been stated, is the principal focal point
for the secalanes of world shipping,

Such shipping is of three general categories, namely:

1. Private carriage of company-owned commodities in com-

" pany-owned vessels (such as crude or refined petrolcum).
‘2, Contract carriage of commodities by shipping lines

‘ specialized in the trades (ore, petroleum, etc.)

%, Common carriage of various kinds of cargo by steamship
lines catering to the needs of the broad range of world
trade and general cargo.

In instances 1 and 2 above the port facilities involved are
accessorial to a production facility such as a refinery or steel
mill, so that the shipping and port operation is . simply a link
in a processing cycle. The type of heavy industry requiring lo-
‘cation on or near deep water must either develop its own harbor/
channel needs or selcct a site on a waterfront already developed
in terms of deepwater access, namely a commercial harbor area.
In this sense port-linked industry is heavily established in
many of the port developmental areas of the United States, and

- the siting requirement for such industry is a matter of national

concern,

In instance 3 above, steamship lines of the maritime na-
tions of the world, U. S. companies included, are organized into
"conferences" serving between common ranges of ports (U.S. North
Atlantic/Northern Eurcope, for example) for purposes of setting
rates for transporting world commerce. These rates, combined

. with inland transportation rates, port handling costs, and cus-

toms duties, determine the delivered price of U. S, goods abroad
or foreign goods in the United States. '

In the United Stétes, cargo moving inland to final destina-
tion or to seaboard for shipment takes advantage of highly de-
veloped transportation system, consisting of 35,000 miles of

.interstate highways; 205,000 miles of railroad trackage; and

21,000 miles of developed waterways for harge traffic. /8

Forming the interface hetween the commercial ocean traffic
and these inland transportation modes are ranges of public ports
located on all coastlines., As public seaports they are open to
the vessels of all nations enjoying trading relationships. In

this manner every U.S., community is given access to world trade.

The principél national concerns relating to cummercial
shipping as served by the nation's port system are economic,

demographic, and political,
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The Seaport System as an Economic Factor
The U. S. seaport system may be viewed from several stand-
points as a factor in the economic well being of the nation.
Consumer Values, The-transportation/distribution system
of the nation has developed in such a manner as to permit a
high order of national marketing of consumer products. The

~advantages are universally enjoyed and too well known to bear

repetition. Not as well appreciated is that the decentralized
national port system has developed on a well dispersed basis
as a product of the same forces and in much the same fashion.

_ In the matter of cargo routings from abroad the overseas
supplier will specify a combination of steamship, rail/truck
or inland water rates which will deliver to an inland U, S,
‘destination at least cost. Truck and water rates are levied
on a mileage basis; ralil rates on a complex system of freight
territory, commodity and class factors. In general, however,
such costs are a function of the distance between producer and
consumer. Careful port selection is critical in permitting

world products to compete in the U. S. market to the advantage
of the consumer,

" Conversely the U. S. manufacturer competing in world mar-
kets will select routings to various overseas destinations

-which provide the most favorable delivered cost for the U. S.

product competing in the feoreign market. In the selection
process he has the strong advantage of a range of ports from
which to construet an optimum land-water conbination.

in the siudplest terms, the U. S. port system eifectlvely
extends a highly developed domestic distribution structure to
world patterns. It does so by offering in itself a market place
of selection and service factors oi: a competitive basis. Its
ability to do so returns to local initiative factors that have
provided the dispersal and respon51veness required in competi~

“\tive world marketing.

Employment Values. The contribution of seaports to nation-

"al employment may be extended to cover all persons employed in

export and importing related activity. 1In terms of exports
alone, a study made in the late 1960's showed that manufacturing
and farming export related activity in States having port fa-
cilities werc responsible for the employment of 2,500,000 per-
sons. /9 On the basis of 2.5 dependents per job (employee plus
1.5 family members), it can be said that 5,230,000 regional res-
idents rely on the flow of export trade. :

A 1971 study by the American Association of Port Authori-
ties indicated that 1,136,162 port community residents owed

~their livelihood to the existence of the port. Results are

detailed under Lenal Concerns. /10
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The AAPA study was developed for congressional testimony
on trade legislation. The Congress.of the United States to-
gether with all administrations since World War II has consist-
ently adopted a policy of minimum restrictions upon world trade,
and mey be said to have done so on the premise of fuller employ-
ment. The "Smoot-lHawley" tariff Act of the 1920's, a highly
restrictive measure, is generally regarded as a leading contrib-
utor to the world—wide depression whlch followed.

In terms of nztional concerns, it would he difficult to

overstate the need for careful consideration of the employment
relationships of the U. S, seaport system.

The Seaport System as_a Demographic Factor ' 'ﬁk

The history of urban development in the United 3tates
leaves little doubt that seaports are city builders, Maps
showing density of manufacturing establishments depict den-
sities closely tracking the nation's seaport locations. /11
There are spectacular modern-—-day examples such as the popu-
lation growths of Houston and Los Angeles in the periods
following the development of man-made- -harbors at these loca-
tions.

;The ability ¢f harbor developiient to attract heavy indus-
try and accompanying satellite industrial development makes the

"port a center of employment and therefor a center of population

growth,

In that context a national concern arises in the form of
population dispersal as a desirable objective. Planning cri-
teria which would concentrate seaport development into fewer

'sites will result in concentration rather than dispersal of

coastal populations.

It should be noted that the westward development of the
United States has resulted in a well dispersed pattern of
coastal port communities under local public initiative. Excep-
tions are easily. 1dent1f1able as originating from topographical
constraints.

The Seaport Svstem as a Political Factor

The highly responsive U,S., seaport system has a well proven
ability to handle sometimes enormous peak-load requirenents
occasioned by the nation's international relationships. These
arise in the form of grain movements (India, Russia); and war-
time shipping requirements (World War II, Korea, Viet Nam).

The proven ability of the system to quickly respond to

shipping demands of such vast scale gives it sound dimension

as a vital national emergency resource..
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From a planning standpoint it may be considercd that the
decentralized and competitive port system enJoyed by the United
States 1s of the strongest national concern in terms of inter—
national relationships. Nationally, it is deeply interwoven
with the manner in which the nation has developed in terms of
population distribution, inland transportation systems and
delivered costs., It is an essential force of the national
economy. ‘
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Regional Concerns

There are several kinds of regional concerns of interest
to coastal planning. Two 0f these are found at the extremes
of population density.

Low Population Densities

In coastal areas of low population density the seaport may
be the major employment center of a considerable region, Plan-
ning decisions adversely impacting such a port will have dis-
proportionately wide repercussions.

High Population Densities B .

, Seaport concerns arising in highly industrialized and/or
urbaniged areas relate to the substantial degree of overlapping
of various political entities and jurisdictions,

Such major port areas as urban and industrial estuaries
remain confronted with the same social and environmental con-
straints followed in less complex regions, but with fewer co-
ordinated developmental policies in which port development
occupics an agreed-upon level of importance.

_ In such an area, port development decisions on a decentral-
ized and purely local basis under which priorities vary involve

‘a substaential number of Federal, State and local approvals with

public hearings, permits, environmental assessments and the
like. These steps add to project costs, but more importantly
they involve excessive delays, denying the project on a timely
basis. ' |

Properly developed in an objective way, coastal zone man-
agement plans for such regions could be an asset to port activity.
Such a plan would recognize that a port is an urban and indusfl

. trial center whose coastal zone management goals do not equate

with those of an ocean beachfront. Swimming, water skiing,
fish nourishment and bird sanctuaries may not necessgarily he
compatible with port activities and should perhaps be stressed
elsewhere, though not necessarily excluded where it is sensible
to encourage such activities within the port area.

In this scnse the coastal zone management process would
set goals structured to the realities of the different sectors
of the zone, /12

Migrationg and Growth Developments _

In another regional context, planning criteria should
recognize that the coastal areas of the United States are under
the continual impact of change, as the nation continues to de-
velop in a fluid manner. Coastal regions simply cannot be

"treated in a static sense, Significant examples are:
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Population shifts. Continuing mevement of population to

 the South and West must be considered -in terms of its. long

range impact upon ports and shipping.

Industrial shifts. Continuing movement and development
of industry must be considered as affecting coastal plannlng
Some recent examples are: |

'Mlgratlon of textile 1ndu9try to the South Atlantic states

" Development of the petrochemical 1ndustry in the central
and west Gulf Coast. :

Developument of export markets for U.S. minerals including:
North Carolina and Florida phosphate.
Western coal and ore via Pacific Coast ports,
Eastern coal via mid-Atlantic ports. .

Petroleum Import trends including
Alaska pipeline impacts upon Pacific Coast ports,
- Impacts of offshore port encouragement by Gulf
Coast States,

Ore import trends and impacts on-all coastlines.
Primary metals industries of the Great Lakes.
Such existing or emerging regional port impacts require

careful evaluation in the development of plans by individual
states.
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Local Concerns

Concerns of the local port community in coastal zone plan-
ning are those of the consumer, port employment, and port eco-

nomic impacts.

Consumer concerns,

"~ Consumer concerns relate to large ports in highly urban-
ized surroundings wherein the city .in itself is a major con-
tributor to the import and export pattern of the port as a
localized hinterland., 1In these instances: there is a close re-
lationship, built in, as between port services and production
and consumption by the population base. Restrictions on devel-
opment will impact the consumer,

Employment. concerns,

Employment concerns have already been alluded to under
"National Concerns", From the localized standpoint the port
as employer is profiled in the accompanying Table entitled
"Survey of U.S. Port Area Employment Dependent on International
Trade and Waterborne Transportation". Indicated is a port
oriented work force in excess of one-million persons on the
ocean seaboards, who could be adversely impacted by development-—
al restrictions.

Econcmice Wmnact Concerns., \

-Consumer values and employment are results of the ability
of the seaport to generate economic input. There have been
various exercises in the measurement of seaport economic im-
pact, preohably the meost widely recognized being '"The Economic
Impact of the Port of Baltimore to Maryland", done for the
Maryland Port Authority (now Maryland Port Administration) by
Stanley J. Hille and James E. Suelflow for the Department of
Business Administration of the University of Maryland Sore
principal findings were:

A ton of general cargo (non-bulk) leaves more than ;uﬂzﬂ%AL
$7%2.00 in the economy of the port area.

A ton of trans-shipped bulk cargo (movmOr through
the port) leaves $7.69 in the economy of the port
area,

The processing (in the port area) of a ton of port
dependent primary metals puts $27.43 into the com-
munity (import ores, etc.g

The shipping out of finished products from port de-
pendent primary metals leaves $6.62 per ton in the
community.
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' In the same fashion, other port dependent raw ma-

terials imported (chemicals, fertilizers, gypsum,
- sugar, refractory products, ete.) leave $41,85
per ton in the community.

The annual tonnages of these commodities being known
quantities the researchers were ahle to show a primary im-
pact of $651,000,000 generated by activity of the Port of
Baltimore. Using a standard wultiplier of 2.5 the port's
economic impact was rated at $1.5-billion or 11.8% of the
Gross State Product of Maryland., -

The general cargo impact figure was constructed as

ipllows:
Vessel Disbursements . ' $ 15.281
Crew Expenditures - | .557
Inland Transportation ' 9,685
Insurance and Banking . 360
Harbor Services | 3.360
Shipbuilding and Repair : 2.329
- Government Expenditures o © 757

TOTAL PER TON $ 32,329

It seems clear that in the economic sensec an €normous
responsibility descends upon the coastal zone planner in the
aveidance of plapnning rigidities which would adversely affect
this kind of dolilar input. On the other hand, there is in
coastal zone planning an opportunity to develop the full con-

. sideration of the seaport as a coastal zone asset through well-
ordered compatible planning. '
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Financial Concerns

There are several secaport impacts not widely appreciated
or known, but none-the-less highly significant to the United

~States.,

Seaport Contribution to the Balance of Payments:

. Because nore than 90-percent of U.S, trade is carried in
foreign flag vessels, much of the %$32,00 per ton of general
cargo economic impact is in the form of foreign funds being
expended in the U.S. port area. Port services by U.S. sea-
ports represent a significant factor in the U.S. Balance of
Payments picture,

ACustoms Collection

Customs collections on imports at U,S, seaports represent
a substantial contribution to the Federal Treasury, being on
the order of 3 to 4 bllllon dollars annually,
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CHAPTER IT
Public Port Administrations of the United States

Port Administrations as Political Entities: Although port or-

ganizations within any one state will be similar because they
are creatures of state law, no two ports are identical, - and
ports will not be equal 1n their input to Coastal Zone Manage-
ment plannlng. : :

Port Facility Investment and Growth: There is more price re-

. sistance in necessities than in luxuries, and return on invest-

ment in transportation infrastructure is under constant pressure.
Studies indicate an overall average return from port facilities
between 4% and 5%. This explains the withdrawal -of private
enterprise and the growing predominance of authorities in pro-
viding over 80% of U.S. postwar investment in fa0111t1es9 -
successfully.

Technological Responsiveness: Even though port facilities are
marginally self-supporting, this introduces business discipline
in combination with the author:ty concept. This has produced
a competitive climate in the port industry that requires public

- port agencies to have an alert and.continually vigilant manage-

ment attitude. The result has been management professionaliza-
tion and a delicately balanced and responsive national port
system. It has become a world model and ereated strong trends
zmong nations of more collectivistic bent.,

" Checks, Balances and Dlsolpllnes There are built=in dlSClpllneS

to preveni port overbuilding. The benefit/cost ratio test is a
prerequisite to authorization of federal investment in channels.
The local investment in facilities is subject to the market-
place, - competition and/or the economic analysis underwriters
require for the bonds used to finance facilities. Those fa-

~cilities are also subject to the requirements for safety,

security and environmental protection.
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Port Administrations as Political Entities

It has been noted that the public port agencies of the
United States are entities of govermment, Virtually all are
creatures of State government. Many of these entities derive
their powers and obligations directly from the State as Depart-
ments or special Districts. Others are indirectly State con-
trolled, powers having been passed through a municipality
or county, which may in turn create a port authority.

Allowing for state-to-state variation, the enabling leg-
islation and related statutes for autonomous port authorities
generally bave several common features. In many cases the non-
autonomous State, City or County port agency (all collectively
referred to as "authorities" hereafter) also incorporates
these same features:

A public—trust is created in the interests of commerce
(.and navigation,

A Commigsion is created for purposes of upholding the
trust. The manner of appointment of members of the
Commission (usually citizens serving without compen-
sation) by the governor or mayor is described as is the
mannexr of ratification by council or assembly. In
.some States {Oregon except for Portiand; Vashington;
"Florida except for Jacksonville, Miami and Tampa;
_ isolated examples in Texas) board members run for office
~and are elected officials serving at token salaries.

. ¢ The Act authorizes the Authority to do those things
< (build, finance, promote, develop) necessary to the
public port enterprise and its objectives,

There is customarily in Authority statutes a power of
|\ eminent domain, giving condemnation authority as re-
quired in the development of the port facilities.

There are arrangements provided in the area of public
(finance, authorizing the issuance of general obligation
» bonds under conditions of public referendum; revenue
| bonds under prescribed conditions; authorizing appro-
‘priations from the public treasury; and cutlining the

manner of submitting budgets. .

Many port authorities are empowered to retain their
earnings for purposes of meeting obligations, includ-
ing financing of capital improvements. Others return
earnings to the treasury of the parent government and
submit an annual budget.
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There are some regional patterns'as to types of port
authorities., State Authorities predominate on the Atlantic
Coast from Maine through Georgia with the exception of the
City administrations at Providencc, Rhode Island and Wilming-
ton, Delaware. The Manhattan Island piers are administercd
‘by the City of New York; and the City of Philadelphia admin-
isters its piers through a public corporation., .State agencies
in various forms apply for Maine, Connecticut, New Hampshire
and Massachusetts. Bi-state authorities, the result of com-
pacts approved by the U.S, Congress, apply for the New York/
New Jersey port area other than the city piers; and for the
Delaware River area. State authorities are responsible for
port administration in South Jersey (Camden), Maryland, Vir-
ginia, North Carolina, South Carolina, and Georgia.

The ports of Florida, with the exception of Jacksonville,
Miami and Tampa are predominately navigation districts at the
county level; Jacksonville and Tampa represent specially cre-
ated port authorities, while the Port of Miami is operated by
a department of the Miami "Metro" government.

The state agency applies for Alahama. The ports of New
Orleans, Baton Rouge, and Lake Charles derive their authority
from the State of Louisiana. A state agency applies for the
Mississsippi ports of Gulfport and Pascagoula. The ports of
Texas derive ibheir powers from the state through navigation
districts at the county level. An exception is Galveston,
operated under city auspices through a board of trustees.

City port commissions apply throughont California, with
the exception of San Diego, at which there is a regional port
district encompassing a number of cowmmunities. The ports of
Oregon and Washington operate on navigation district patter
descended from the states, Great Lakes port authorities are
mixed, showing both city and state type administrations and
special district authorities. '
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Port Facility Investmenf and Growth

Histofically; the total local public investment in port
facilities had reached $801,000,000 by 1941. /13 Since World
war II an additional $3%,243,09%,326, predominately local pub-

" lic funds, was expended for deepwater piler and wharf facilities

(Jan., 1946 ~ Dec., 1972). More than one-third of the post
war expenditure took place in the late 1960's - early 1970's
period, reflecting the trade growth impacts previously out-
lined,  An additional &1,484,450,440 was spent or committed
for the period 1973 -i1977, an increase over the 1966 - 1972
period. /14 ' : . :

Total investment by the local public agencies which com-
prise the U.S. seaport system may be estimated today at approx-

~imately $5-billion. The funds have been drawn from, in

descending order, bond issues (general obligation and revenue),
reinvestment of earnings, local taxes, and appropriations by

- state and city government.
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Technological Responsiveness

Again reflecting the-responsiveﬁess of the U.S. system,
increasing trends toward specialized types of port facilities
are shown in the following breakdown: /14 . '

Percent of Totai Investment
1966772 . 1973777

Type of Facility ]
Conventional General Cargo 30% (4330,185,920)  23% (#332,282,996)

Specialized General Cargo C39% ($432,553,410) 38% ($561,671,164)
(Container, RO/RO, Bargeship) . : ‘

"Liquid and Dry Bulk Cargo 71% ($352,889,996) - 39% (8590,496,280)

It is clear from the above that increasing amounts of
capital funds are being spent by U.S. public port agencies,
with added input from private industry, to assist in the
objectives of high technology shipping. It should be pointed
out, however, that this is net necessarily being done at the
expense of the conventional general cargo facility. The 23%%
figure for 1973/77 represents a dollar total in excess of the
30% figure for 1966/72, The percentage drop is because of the

tremendous additional input for high technology facilities.

" Said in another way, the U.S. port system is flexible
enough to respond to high technology shipping demands without
sacrifice to the conventional facility. The latter remains
the standard of the world, particularly among under-developed.

.countries, as confirmed by Panama Canal transit data and new

vessel orders. A g
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Checks, Balances and Disciplines

The relatively regular dispersal of deepwater coastal ports,
and resulting population dispersal, owes somcthing to federal/
local ship channel relationships in addition to market place
control through competitive forces.  Ship channels and turning
basins serving local public ports arc a federal responsibility
and their development,; and later improvement by deepening and
widening, are done by congressional approval. A lengthy and
arduous process of public input accompanies such a project.
Central to the congressional decision is the economic impact
statement (ratio of economic benefit to the port area versus
the cost of the channel), Obviously if the area is already
being served by a nearby port, economic benefit becomes neg-
ligible.

FPederal Project Steps. The principal steps of a federal
prcject, which takes some 12 to 14 years from initiation to
completion, are as follows: -

Channel Project Authorization. /15

a. Local interests inform their Congressman
of. an improvement they desire, and request that
Federal provision of the desired improvement be
investigated. I

Two courses of action are open to the Con-
gressman. Ie may request the Senate or House
Committee on Public Works to authorize a review
of any previous reperts for *hg arca to deter—
mine whether any modification in such reports
would be advisable, 1If a review report is ap-
propriate, the Committee will adopt a resolution
authorizing the Corps of Engineers to make the
review. If no previous report has been made,
the Congressman may introduce a bill in Congress
to authorize the desired investigation. When

- passed the bill becomes authorization for the
study. -

b. When the investigation is authorized, the
Chief of Engineers assigns it to the appropriate
Division Engineer, who refers it to a District
Engineer for accomplishment. Following the re-
ceipt of the directive and funds for the studies,
the District Engineer, in cooperation with the
local interest and other Federal agencies, begins
the necessary engineering and economic investi-
gations.
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A pubiic hearing is held to ascertain the

views of local people as to the extent and type

of improvement desired and the necd for the im-
provement. After consideration of these views,
and data obtained throuph field and office studies,
the District Engineer develops a plan of improve-
ment bhelieved best suited to the problem area.
Estimates of benefits and costs are prepared, and
requirements of local cooperation are determined.
Local interest must indicate their support of the
proposed improvement and their ahility to mcet

the requirements of local cooperation. These

data and recommendations of the District Engi-
neer, including an environmental impact state-
ment, are included in the report. A favorable
recommendation by the District Engineer is largely
dependant upon local acceptance and economic
Justification of the proposed project.

¢. The Division Engineer reviews the report,
adds his recommendations, and transmits it to
the Chief of Engineers. The report is referred
to the Board of Fngineers for Rivers and Harbors
for review. All interested parties receive a
public notice that summarizes the findings and
recommendations to the District and Division

Engineers, and informs them that they may pre-

sent their views on the matter to the Board of
Engineers for Rivers and Harbors.

d., The Board of Engineers for Rivers and
Harbors reviews the reports ol the District and
Division Engincers, and considers any additional
information received from interested parties.
The Board prepares its report; including recow-
mendations, and transmits it to the Chief of
Engineers, who prepares the report for submittal
to Congress. Interested Federal agencies and
Governors of affected States are given opportunity
to comment on the recommended improvenments.
After consideration of these comments, the Chief
of Enpgineers submits the report to the Secretary
of the Army, who obtains the views of the O0ffice
of Management and Budget Dbefore transmitting the
report to Congress,

e. The House and Senate Committee on Public
Works may hold hearings on the report with a view
toward formulation of a »Hill including authori-
zation of the recommended project. If the project
is included in an authorization bhill, enactment
of this bill constitutes authorization of the
project, ‘ :
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Channel Project Appropriations;

Funds for engineering design and construction of author-
ized port projects are not provided by the authorizing act, but
are supplied by subsequent appropriation acts. The procedure
for obtaining the appropriation of funds is very similar to the
procedure outlined for authorization. First, the request is made

.for preconstruction planning funds, which w1]1 be utilized to

complete all required planning and detailed engineering prior to

ward of the first major contract., This fund request must bhe
1ncorporated into a Presidential Budget and approved by Congres
Close liaison is maintained by the Corps with local interests
through this process.

Upon completion of preconstruction planning, the Corps

' makes a request for construction funds., These algo must he

incorporated into a Presidential Budget and approved by Congress
through the process of Congressional Hearings. Here again,
support by local interests is important in securing funds for

a given project. Congress, of course, determines the rate at
which funds will be appropriated -- and construction proceeds
accordingly.

The role of the local interests throughout this process

‘is critical. There are about 53 points in the authorization

process where progress can be slowed or stopped, depending upon

-the interest, coordination and support given a project by the

local interests. During the planning period, there are 20 more
points in time when the proposal is subject to the will of the
people., Finally, there are 18 additional time-points from the
beginning request for construction funds until Congress actuall,

makes the appropriation.

Maii.tenance of Existing Projects

Maintenance of existing projects to authorized depths is

.performed through an annual maintenance budget based on local

needs and processed up from District to Division to Chief of
Engineers; thence through the 0ffice of Management and Budget;
and through the appropriate committees of Congress and finally,
Congressional appropriation. '

Appronriation Totals., The all-time federal investment
in ship channels since 1524 totals about %1,7 billion, about

one-third of the total of local investment in piers and wharves./16

Pier and Vharf Project Stens. Like the federal channel,
construction of piler and wharf facilities by local interests
requires economic justificaticn and public approvals.
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Construction permits are requined by the fedecral

authorities including env1ronmental impact state-
ments.

Economic justification must be proven as follows:

a. To the voting public if financing is to be
through a general obligation bhond issue pledging

the full faith and credit of a governmental entity;
and to the bond market.

b. Through appropriate local government channels
and to tlhie bond market if finmancing is to be done
through revenue bonds pledging indentified or gen-

eral port revenues toward debt service and retire-
ment.

c. To apprdnria governmental entities respon-
sible for budgetary control if financing ls to
be from reinvestment of revenues.

d. To the voting public in instances involving
tax millages for developmental flnan01ng

The ahove procedures are time consuming and complicated,
:mclucum'T lengthy consultation with legal firms, engineers, con-
tractors, financial institutions and other specialists. Tor
purposes of bond financing a special study involving feasibility

will be made by a firm of independent consultants who will issue
a report on the project, :

Port Fac.litv Redundancy

Under the series of rigid disciplines, checks and balances
Tacited above, it is difficult to coaceive that any redundant
port facilities could have made an appearance in the last half-
century. Never-~the-less local pride or political zeal has
given birth to occasional exceptions. These are sooner or later

seized upon as the answer to some new 1mpact of world commerce
and become productive.

" ‘Redundancies also occur through obsolescense; piers and
wharves so outdated in design that they no longer are a market-
able factor; and through major changes in shipping patterns.
The outstanding exawmple of the latter was the temporary over-
supply of pier space on the Pacific Coast following the dis-
appearance of intra-coastal shipping during World War II and

prior to the beginnings of the strong Pacific Basin trade flows
of the last several decades,
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The question today is whether,; in the face of the above
constraints and the equally preponderanht question of available
iunds9 facilities can indeed be pr0v1ded in timely fashion
against projected demand.

Permits for activities in Navigable Waters or Ocean Waters

- - - e -'

(b) Laws requiring authnr zation of
structures or work, (1) Section 9 of the
River and Horisor Act aprxox ed Mareh 3,
1829 (30 Stat, 1151; 33 U.S.C. 401) pro-
hibits the ccr:itruction of any dam or
dike across nnv navigoble water of the
United States in the absence of Congres-
sional consent and approval of the pians
by the Chiel oi Lngineers and the Secre~
tory of the Ariny. Where the navigable
portlons of th~ waterbody lic wholly
within the Um.us of a sinzle Siate, the
structure may ba bullt under authority of
the leglslature of that State, if the loca-
tlon and plans or any medifleation’
thercof, are appr oved by the Clitef of En-
gineers and by the Secretary of the Arnay.
The instrument of authorization is desig-
nated & permit. Section 9 also pertains to
bridges and causeways but the authority

. of the Secretary of the Army and Chiel

of Engineers with respect to bridges and
causewars was transferred to the Secre-

. tary of Transportation under the De-

partment of Transportation Act on Oc-
{ober 16, 136G (80 Statb. 941, 42 USC
1165(8) (A)).

(2y Scction 10 of the River and Farbor
Act approved hiarch 3, 18993 (30 Stat.
1151; 33 U.5.C. 403) prohibits the un-
a.uthori u obstruction or alteration of
any navigable water of the United States.
',rhe-nors.rurtion of any structure In or
over any navigable weler of the United
States, the excavation from or depositing
of matericl in such waters, or the accom-
plishment of any other work 'mect ing tne
course, location, condition, or capacits
of such waters are unlawful unle\s the
work has heen recommended by the Chief
of Engineers and authorized by the Sec~
retary of the Army. The instrument of
suthorizotion is designated a permit or
letter of permission. The authority of the
Secretary of the Army to prevent ob-
structions to navigation in the navigable
watérs of the United States was extended
to artificial i{slands and fixed structures
located on the outer continental shelf by
section 4(f) of the Outer Continental
Bhelf Lands Act of 1953 (67 Stat. 463;
43 U.S.C. 1333()).

(3) Section 11 of the River and Harbor
Act approved March 3, 1883 (30 Stat,
1151; 33 U.S.C. 404 authorizes the Secre-
tory of the Army to estahlish harbor ilnes
chanrelward of which no piers, wharves,
bulicheads, or other works-may be ex-
tended or deposits made without approval
of the Secretary of the Army. Regula-
tions (ER 1145-2-304) have been pro-
mulgated relative to this authority and

published at § 209.150. By policy stated in
those rerulations effective May 27, 1970,
harbor lines are guidelines only {or defin-
ing the ofishore limits of structures and
fills insofar as they impact on navigation
interests. Except as provided in para-
graph (e) (1) of this sectlon below, per-
mits for work shoreward of those lines
must be obtzined in sccordance with sec-
tion 10 of the same Act, cited above.

(4) Section 12 of the River and Har-
bor Act '1p,)ro‘ cd Mareh 3, 18689 (30 Stat.
1152; 32 U.S.C. 407) provides that the
Secretary of the Army, whenever the
Chief of Enzincers determines that ane
charage and navigation will not be in-
jured thereby, may permit the discharze
of refuse inte navigable waters. In the
absence ol a permit, such discharze of
refuse Is prohibited. While the prohibi-
tion of this section, known as the Refuse
Act, 15 still in effect, the permit authiority
of the Secretairy of the Army has heen
superseded by the permit authorily pro-
vided the Administrater, Envircnmentel
Protection Agency., under sections 403
and 405 of the Federal Water Poliutlon
Control Act (2L 92-500, 86 Stat. 816, 33
U.5.C. 1342 and 1345).

(5) Section 14 of the River and I’av
bor Act approved March 3, 1833 (30
Stat. 1152; 33 U.S.C. 408) provides that
thr Sgeratary of the Avmy on the recom-
meadation of the Chief of Engineers may
grant permission for the temporary oe-
cupation or use of any sea wall, bulkhead,
jetty, dike, levee, wharf, rier, or other
work built by the United States. Thl;
permission will be granted by an appro-
priate real estate instrument in accord-
ance with existing real esinte regulations.

(6) Section 1 of the River and FHarbor
Act of June 13, 1902 (32 Stat. 371; 33
U.S.C, 565) c2llows any persons or cor-
porations desiring to improve any navi-
gable river atb their own expense and risk
to do so upon the approval of the plans
and specifications by the Sceretary of
the Army and the Chief of Engineers.
Improvements constructed under this
authority, which are primarily in Federal
project areas, remain subject to the con-
trol and supervision of the Secretary of
the Army and the Chief of Engincers.
The -instrument of authorization Is
designated a permit.

() Section 404 of the Federal W :mr
Pollution Controi Act «PL 92-500, 86
Stat. 816, 33 U.S.C. 1244) authorizcs the
Secretary of the Army, acting through
the Chief of Eagineers, to issus permits,
after notice and opportunity for public



hearings, for the discharge of dredged
or fill material into the navirable waters
at specificd disposal sites. The selection
of disposal sites will be in accordance
with guidelines developed by the Admin-
Istrator of the Lnvironmental Protec-
tion Ageney (EPA) in coujunction with
the Seeretary of the Army, Furthermore,
the Administrater can prohibit or restrict
the use of any delined area as a disposal
site whenever he determincs, after notice
and opportunity for public hearings, that
the discharge of such materials into such
areas will have an unacceptable adverse
effect on municipal water supplies, shell
fish beds and fshery areas, wildlife or
recreational areas.

(8) Section 103 of the Marine Protec-
tlon, Research and Sanctuaries Act of
1972 (PL 92-532, 86 Stat, 1032, 33 US.C.
1413) authorizes the Secreiary of the
Army to issue permits, after notice and
opporfunity for public hearings, for the
fransportation of dredged material for
the purpoase of dumping il in ccean wa-
ters. Hovever, similar to the EPA Ad-
ministrator's limiting autherity cited in
paragraph (b)(7) of this section, the
Administrator can prevent the issuance
of a permit under this authorily if he

“finds that the dumping of the material

will-result in an unacceptable adverse
i_mpact. on municipal water supplies,
shellfish veds, wildlife, fisheries or rec-

. reational areas.

(9) The New York Harbor Act of
June 29, 1538, as amended (33 U.S.C. 441
et seq.) prevides for the issuance of per-
mits by the Supervisors of the New York,
Baltimere, and Hompton Roads Harbarg
for the transportation upon and/or dis-
tharge in those harbors of a variety of
meberials Including dredzings, sigdse
and acid, The Diztrict Taginzers of New
York, Ballimore . 1d Noriolk have heen
designatled the Supervisors of these har-
bors, respectively. However, section 511
(b) of the Federal Water Pellution Con-
trol Act (PL 92-500, &6 Stat. 816) pro-
vides that the discharze of these mate-
rials Into navigable waters shall he regu-
lated pursuant to that Act and not the
New York IHarhor Act except as to the
effect on navigation and anchorage. In
addivion, section 105(a) of the Aarine
Protection,® Research and Sanctuaries
Act of 1872 (PL 92-532, 86 -Stat, 1032
provides that all permits for discharpes
in ocean waters shall only be issued in
accordance with the Act after Avnril 23,
19%3. Therefore, the supervisors.of these
three harpors will no longer issue permits
under the authority of the New York
Harbor Act, as amendad, for transporta-
tion and/or discharze of these materials.

-(¢)- Related  Legislation., (1) Scction
401 of the T"ederal Witer Pollution Con-
trel Act (PL 92-500; 86 Stat. 816, 33
U.8.C. 1411) requires any applicant for
a Federal license or permit to conduct
any activity which may result in a dis-

charge into navigable waters to obtain
a certification from the State in which
the discharges originates or will orizinate,
or, if appropriate, from the Interstata
water pollution control agency having
“Jurisdiction over the navigable waters at
the point where the discharge originates
or will originate, that lhe discharce will
comply with the applicable efttiuenst lmi-
tations and water quality standards, A
certification obtained for the construg-
tion of any facility must also pertain to
the subsequent cperation of the Iacilily.
-{2) Section 307(¢) (3 cf th Coustal
Zone Management Act of 1972 (PL 93-
583, 85 Stat. 1280, 16 U.S.C. 1456(¢) (3))
requires any applicant for a Federal li-
cense or permit to conduct an activity
affecting 1and or water uses in the Siate's
coastal zone to furnish a certification
that the proposed activity will comply
with the Stute's coasial 2one meanages
ment prosram. Generaily, no permit will
be issued until tha Siate has concurred
with the applicant's certification. This

- provision becomes effeciive upon approv-

al by the Szeretary of Commerce of the
State's coastal zone management proe

" gram.

(3) Section 302 of the Marine Pro-
tection, Research, and Sanciuariss Act
of 1872 (Pub. L. 92-532, &6 Statl. 1632, 16
U.S.C. 1432) authorizies the Searaiary of
Commerce, affer consultation with ouvher
interested Federal agencies and with the
approval of the President, to designnte
as marine sanctunries those areas of the
ocean waters or of the Great Lakos and
their ccnnecting waters or of other
coastal waters which he determines nee-
essary for the purpose of preserving or
restoring such areas for their conser-
vation, recreational, ecolczical, or es-

* thetic values. After designating such an

arel, the Secretary of Conurnarce shall is-
sue regulations to control any activities
within the area. Aclivities in the sanc-
tuary authorized uncer other gurherities
are vaid only if the Secretary of Com-
merce certifies thab the activities are
consistent withh the purpnses of Title

- IIT of the Act and can be carvied out

within the regulations {or the sanctuary.
(4) The Mational Environmental Pol-

" ey Act of 1960 (42 U.S.C. 4221-434T) de-

clares the national policy to encouraze
2 productive and enjoyable harmony he-
tween man and his environment. Section
102 of that Act directs that “to the fullest
extent possible: (1) the poiicies, regula-
tions, and public laws of the Unrited
States shall be interpreted and adminis-
tered in accordance with the policies set
forih in this Act, and () all agencies of
the Federal Government shall * * * in-
sure that presently unaquantified envi-
ronmental amenities and values mmay be
given appropriate consideration in de-
cision making alonz with economic and
technical considerations * * *.” Sae also
paragraph (1) (1) of this section on ene
.vironmental statements.



(5) The Fish and Wildlife Act of 1056
(16 U.S.C. 7424a, ot rfeq.), the Migratory
Marine Game-Fish Act (16 U.S.C. 750c~
760g) and the Fish and Wildlife Coor-
dination act (16 U.S.C. €51-6G8¢) and
other acts express the concern of Con-
gress with the quality of the aquatic en-
vironment as it aects the conservation,
improvement and enjoyment of fish and
wildlife resoufces. Reorganization Plan
No. 4 of 1970 transferred certain func-
tions, including certain fish and wildlife-
water resources coordination responsi-
bilities, from the Secretary of the In-
terior to the Secrefary of Commerce. Un-
der the Fish and Wildiife Coordination
Act and Reerganization Pian No. 4, any
Federal Agency which proposes to con-
trol or modify any body of water must
first consult with the United States Fish
and Wildlife Service, the National Ma-
rine Fisheries Sarvice, as appropriate,
and with the head of the appropriate
State agency exereising administration
over the wildlife resources of the affected
State,

(6) The Federsl Power Act of 1820
(41 Stat. 1063; 16 U.S.C, 791a et seq)),
a5 amended, authorires the Tederal Pow-
er Commission (FPC) to izsue licensaes
for the construction, operalion and
maintaining of dams, water conduits,
reserveirs, power houseg, {ransmisgsion
lines, and other pnysical structures of a
power project. However, whare such
structures will afced the navigable ca-
pacily of an; navigable watlels of tiwe
United Sintes (as defined in 16 U.S.C.
796), the plans for the dam or cther
physieal structures adecting navigation
must be annroved by the Chief of Zngi-
neers and the Secretary of the Army. In
such cases, the interests of navization
should normally be protected by a recom-
mendation 10 the rPC for the irnclusion
of appropriate provisions in the ¥pPC l-
cense rather than the issuance of a sep-
arate Department of the Amny permit
undsr 33 U.S.C. 401 et s&q. As to any
other activities in navigable waters not
constituting construction, operation and
maintenance of phx

sical structures li-
censed by the FPC under the Faderal
Power Act of 1020, 2s amended, the
provisions of 33 U.S.C. 401 et seq. re-
main fully applicable. In all cases in-
velving the discharge of dredged or fill
material into navigable waters or the
transportation of dredged material for
the purpose of dumping in ocean waters,
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Department of the Army permits under
scction 404 of the Federal Water Pollu-
tion Control Act, or under section 193
of the Marine Protection, Rezearch and
Sanciuaries Act of 1572 will be required.

(7) The National Historic Preserva-
tion Act of 1966 (80 Stat, §15, 16 U.8.C,
470) created the Advisory Council on
Historic Preservation to advise the Pres-
ident and Congress on matters involving
historic preservation. In performing its
funclion the Council is authorized to re-
view and comment upon activities li-
censed by the Federal Government whic
will have an effect upon properties listed
in the National Register of Historic
Places. :

(8) The Interstate Land Sales Full
Disclosure Act (15 US.C. 1701 et seq)
prohibits any developer or asent from
selling or leasing any lot in 4 subdivision
unless the purchaser is furnished in ad-
vance a printed property report including
{nformation which the Sgocerefary of
Housing and Urban Development may,
by rules or requlations, require for the
protection of purchasers. In the event the

lot in question Is it a wetlands area, the

report is required by Housing and Urbon
Development repulation to state that no
permit has beenn granted by the Corps
of Engineers for the development under
Section 10 of the River Harbor Act of
1809,

(@ The Water Resources Planning
Act (42 TS0, 1962 of s2q.) provides for
the possible estaklishment uncon request
of the Water Resources Councdl or a
State of river bosin water aud related
land resources commissicns. Fach such
cc wmizsion shall coordinale Federal,
State, interstate, local and nongovern-
mental plans for the development of
water and related land resources in ils
area, river basin, or group of river basins.
In the event the proposed Corps of Engle
neers permits to non-governmexntal dee-

elopers or other azencies under section
10-of the River and Yarbor Act of 1893
and section 404 of the Federal Water Pol-
fution Control Act moy aifect the plans
of such river basin cemmissions, tis pers
mits will be coordinated with thé eppro-
priate concerned river basin com:mn )
The same {3 true of Corps of En
authorizations to private persons or cor-
porations fo improve navigable rivers at
their own expense under section 1 of the
River and Harbor Act of 1902,
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Coastal Zone Management and Public Port Development

In a linear sense the qguestion of port development is not

& large one among coastal plann*nv clements The occean shore-
line of the United States measured point-to- point at 100--1t
intervals totals 93,653 miles /17 Devoloped seaport water-
fronts occupy 1,650 niles, or approximately 2% of the total.
/18 There appears to be ample dimensional latitude for planning
for ports and port linked industry in a positive and construc-
tivc manner befitting the global, natlonal and local concerns

expressed in this discussion. :

In addition to dimensional latitude, there appears to be
excellent opportunity, in terms of the environmental ohjectives
of a balanced coastal plan, for a compatability-oriented ap-

.proach Such an epproech would identify harbor systems as

vital elements of the plan provided for specified usages, Its
objective weuld be rational port development. in a positive and
timely monner, as an alternative to the regtrictive multi-

Jjurisdictional case~-hy-case permiiting which presently applies,

Ceﬂbrql to a compatible approach is an appreciation of the
comuercial port and accompanying mercinant shipping operations
as being of minimal environmental concern in their present pro-
portional use of the coastal vone, TFu.ther that the economic
Gisciplines previously described are sufficiently restrictive
in themselves to contain future expansions to necessary minimums., /

It should be further understood that the harbor as an
environmental concern due to degredation of water quality and
contamination of bottom sediments stems not from its commercial
shipping activities but from the seaport attraction for industry

.and populations, with resulting industrial wastes and sewage

outfalls., It is suggested that this concern is essentially one
of water quality control, and ought to be answerable to day-by-
day regulation rather than to restrictive spatial conceptuali-
zations which may impact merchant shipping and the port-linked
industrial. base in a manner conducive to migrations.



Scaport Criteria in Coastal Fonec Planning

Employing a balanced anpproach will require the establishment
of criteria for making and cvaluating coastal zonc management plans
in relation to port development concerns., Despite the latitude
for compatlibility, the State-hy~State variables arc extreme, bLoth
in attitude and histovic development, /in-addition to the uneven
scgrentation of the planning units themselves (state coastlines).

A furiber considcration arises in the impacts of State plans on
other States,

The following suggested criteria have bheen carefully select-
ed as planning and evaluation tools permissive of a halanced and
retional apnroach to port develonment as an aspect of coastal zone

managenent.

CRITERION NO. 1

The State plan sheuld xdnrijjv its _public port districts and

- v hra

their Doadar H\%, aud should fnither mom,f v the leusislatively

constitutcd yognoneibilities of thie resneelive wnhxic povt agencies.

The purpose of this cxiterion is for primary recepniticn of

the local initiative aspects of the decentralized and competitive

national port systen.

CRITERION NO. 2

v

The State plan should contain an auihorJJui1\e assessnent of

future volunes of that portion o1 Lhe nation's oceall commeree

which may |2 cxpecied to requioe the scrvices of e Stale's port
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districts,

The purpose of this criterion is to assure that planning
involving ports is done from baseline data identificd with the
State's priwary coastal responsihilitics in hchalil of the nation's
ocean conuerce, Under-planning or over-planning on the basis of
State opportunism should be carefully avoided as artificially
diversionary of the flow of cowmmerce. The impact of such prac-
tice upon other coastal states is obvious, as is the impact of
such practice upon concerns previously identified as naticnal,
regional, or local,
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CRITERION NO, 3 : . be - !
The State plan should contoin an assessment by port asencies )
of its coaslal aren of future pori developuenl and expansion noc-
essary 1o scrve the tralitic flow cstimates and the extent to which
increascd traffic can he accomsocdated witlhin the spatial resources
of existing pori districts, '
The purposc of this criterion is as follow-on to the Dhaso-
data requirement 'set forth in eriterion no. 2: and further that
assessments of port capability be donc by portl profegsionals,
Port capacity has so many variazbles as to dely precise mecasure-
ment. It is geared to an irregular series of peak loads and .
involves the entrance and clearance of vesscls and of inbound
and outhound cargoes, the timing of which will be ungcheduled
in the operation of a public herthb,
CRITERION NO, 4
. . P . . 3 . b
Nothing in the State nlan should inhibit port development n P(wﬁs
e et ) RS A

Lling, and L

dvedging, i

within cstablishod nort arcas incly ’
sites, To the extent that

the making of Jland 40T marine Leriiin
property is under the control of the pubilic port agency, iden-—
tification of such properiy as bo

5101 sitoulc he inciuded in the nlan.

ne dedicated for port ex

1

The purpose of tbis criterion i1s.to permit the fullest
possible development of existing pert areas as a response to
growth demands, Further, to aid in the timely development of
such areas throagh the dedicaltion procens.

CRITERION NO, 5

The State plan should include, on an altcrnative use or a Qﬁuﬁp.
meliiple use hasis, identifications of alternative arcas for _
futurc port developmeni as determined bv potential ior decp 3
water access and inland transport initeriacc,

The purposce of this criterion is for the long range acconmo-—
dation of occan cormmerce volumes in excess of the capatcities of
existing port facilities and to create future. opportunitics for
local initiative and population dispersal as previously outlined
by allowing necw port arcas to come into being as recquired.
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Seaports in Coastal Zone Plans

Coastal zone legislation gives planners wide latitude as to
how ports are to be incorporated in individual stalte plans. Al-
though these plans may take a wide varicly of forms, they have a
comioin objective of bringing activities in the coastal zone into
complianceg with standards compatible with the intent of coastal

zone manageient,

The Coastal Zone Management Act of 1972 is not specific a-
bout how such compliance is to'he achiceved., Jowever, thc 0ffice
of Coastal Zonc Management, NOAA, has drafted guidclines to as-
sist planpers in cvaluating uwcuhcr their plans will achicve an
appropriate level of conplisnce, Thesc guidelines, ox "Ihresh-
0ld Papers', examine compliance from seven dilferent aspeccts.,
Bach on thai subdivision, comaent is Cxtendod as Tollows:

1. Boundaries. In defining the houvuaYWLq of the Coastal
50nes the port district may be.identificd undor Acceptable Ap-
proaches as "Administrative'; and also as "Urban or Gieatly Al-
tered Arcas" under "dependency of use upon water sites'.

2. DPe mao)ahTP Uses.  The Act.specifies that ports are ac-
11v1b1>” 1L ihe Coantal éonc of rcgional henefit "é]Cdb(I than
cal concern' and "uses in the national interest, Hence prior-
lty designation is warranted, :

3. Geographic Areas of Particular Concern. There arve few
Lternatives 1n port location. Porls must be located where land
and water mect, ~ preferably in protected waters with convenient
ovcrland transportation. This is a "lhighcest and best usce" of a
Timdted resource, - coastliine, - particularly when the secondary
and tertiary cconomic benefits are considered,

L. Public and Governmental Involvement. The Act requirces
each plan To sliow "how the siate viows ils port activity, its
present and Tuiure port necds, and how the plan carcs for these
matters. (PL 92-538, Section 300 (c¢) (8)). Also, Section 300
(c) (1) requires 1Tull partieipation® by "port aunthorities® in
statc dovclopncnt and adoption of p]ans. qubn3% ion of a plan
by a state to NUAA should be aceovparlcd by a separate commentary
Tfrom the concernecd port agencies certifying that it has revicwed
the state trcatment, and indicating wherc the agency agrees and
disagrees with it.




5. S1<1Lu~]mrnr'ﬂ nteraction and Nationasl Intcerests. Sce-
tion 307 () 61 ™ihe ACU rcquires Sincorporation oi fcderal water
and air pollution requirciments, Iy their naturc, because they
arc engaged in interstate commerce, ports have heen expos ed to
ihe whole avray of fecderal regu}atjono regaraing c¢lean air, clcecan
water, safcty and sccurizy, Almost invariably they will De in
compliance with federal laws and “"national interest.!

Orpondzation. Because of the importance of Corps of
Engincer chanuncl improvements and long exposurce o the rvegulation
cited in #5, many ports bhave a lounger history of communication
with federal ageneies rather than with other state or local agen-
cies., The port agencies nay or pmay not he organizationally stiuce-
tured for input Lo state coastal zove plomicers, - and even il so,
there may be hidden political or ccopomic congirainis., There
shounld be sonme test of whether commudcations actually work.
Quite possibly some new neiworks will be necded,

6. Orponizea

7. AMAuthoritics, Sincce port agencies arc creaturcs of state
government, dpf\l?'c:‘fxon of state ccoastal zone plang will be al-
most avtouigtic., It is unlikely that any new authority will Dbe
requirced to cuforce countrol over scaport activities,
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Individual DPort Authority Data

It is not belicved that the Awmerican Association of Port
Authorities is an appropriate channcl of communication belween
State/local; State/Federals or local/Tederal elements of gov—
ermaent as to the passing of definitlive data from individual
ports. It will thercfor be noted that this prescntation has
heen concerned with port data in an industry-wide sense.

Data frow individual public port authorties moey be obtain-
ed through the use of the attached list of the principal public
port agencies of the United States. If desired, the Association
will be glad to assist OCKM in tbe collection of such data aftex
member ports have revicwed this paper. An attachwent ligts oth-
er port data sources of intevest,
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FOOTNOTES

"Waterborne Commerce of the United States", Calendar Year
1974. Part 5 ~ National Summaries. Department of the
Army, Corps of Engineers.

Fereign Trade Statistics of Bureau of the Census, U. S.
Department of Commerce. '

MARAD Studies, Office of Ports and Systems.
CBS News
Censusz Director George Hay Brown (mid-1971)

"Urban Population Growth Trends .in Latin America. ".
Inter-American Development Bank, Ncovember, 1275.

MAPRAD, Office of Ports and Systems,
D. Q. TO;_ A. A. R.; A. W. O.
MARAD, Office of Ports and Systems.

Annual Report of Committee XI, Foieién'Commerce, AAPA,

. Septembex 30, 1971.

Dun and Bradstreet U. S. Map "Manufacturing Establishments
in the United States.

Paper by Alfred EHammon, Chairman, Committee of Ship
Channels and Harbors, AAPA. (draft of January, 1976).

Tidelands Case, U. S. Supreme Court, about 1948 (AAPA
testimony) .

"North American Port Development Expenditure Survey",
MARAD, March, 1974.

Presentations of U. S. Army Corps of Engineers to
Committee IV, Construction and Maintenance, AAPA, Denver,

. June, 1969.

Office of the Chief of Engineers, 1970, plus appropriations
since. 4

U. S. Coast and Geodetic Survey.

AAPA estimate, 1969.
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Port Authority Data Sources

ALABAMA

Alabama State Docks Depdrtmcnt
P, 0. Box 1588 ‘

Mobile, Ala. 36601

(205) 438-2481

Robert M. Hope, Dlrector & General Manager

ALASKA

Port of Anchorage

2000 Anchkorage Port Road

Anchorage, Alaska 99501

(907) 272-1531

W, D, McKinney, Asst, Port Director

CALTIFORNTA

Port of Long Beach

P. 0. Box 570

Long Beach Ca, 90801

(213) 437~ 0041

Thomas J. Thorley, General Manager

Port of Los Angeles
P. 0, Box 151

San Pedro, Ca. 90735
(213) 775-3231

Fred B. Crawford, Generai’Manager

Port of Cakland

66 Jack London Square

Oaklend, Ca., 94607

(415) 4453188

Ben E, Nutter, Executive Director

Oxnard Fa.bor District

P. 0. Box 608

Port Hueneme, Ca. 93041

(805) 488-3677

Edward J, Millan, General Manager

Port of Redwood City

775 Harbor Blvd,

Redwood City, Ca. 94063

(415) 365-1613

F. J. Di Pietro, Port Manager

Richmond Port Commission

City Hall

Richmond, Ca., 94804

(415) 232-1212 , ext., 501
Thomas R, Eddy, Port Director
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CALIFORNIA (cont'd)
Port of Sacramento
World Trade Center .
West Sacramento, Ca. 95691
(916) 371-8000 .
Melvin Shore, Port Director

San Diego Unified Port District
3165 Pacific Highway

San Diego, Ca. 92112

(714) 291-3900

Don L, Nay, Port Director

San ‘Francisco Port Commission
Ferry Building

San Francisco, Ca, 94111

(515) 391~8000

Thomas T, Soules, Port Director

Port of Stockton

P, 0. Box 2089

Stockton, Ca., 95201

(209) 466-6011 _

William J. Tuirner, Pori Director -

CONNECTICUT
Connecticut Department of Commerce
Marine Commerce Unit
210 Washingion St.
Hartford, Conn, 06106
(203) 566--5603
Edson B. Gerks, Marine Specialist

Bureau of Waterways

State Pier .

New London, Conn, 06320

(203) 443-4338

Joseph P. Trantino, Deputy Transportation Commissioner

DELAWARE
Port of Wilmington
P. 0. Box 1191
Wilmington, Dela. 19899
(302) 571-4600
Donal J, Alfieri,; Port Director

FLORIDA .
Canaveral Porti Authority
P, O, Box 267, Port Canaveral Sta,
Cape Canaveral, Fla. 32920
(305) 783-7831 -
George J. King, Port Manager
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FLORIDA (cont'd)

Fort Pierce Port Authority

P. 0. Box 700 ‘

Fort Pierce, Fla. 33450
Weldon B, Lewis, Administrator

Jacksonville Port Authority

P. 0. Box 3005

Jacksonville, Fla, 32206

(904) 633-5240

James J, Scott, Managing Director

Dade County Seaport Department
1015 North America Wway

Miami, Fla, 33132

(505) 5795252

Robert Waldron, Port Dlrector

Port Everglades Authority

P, 0. Box 13136

Port Everglades, Fla. 33316
(305) 523-3404

Paul D, deMariano, Port Director

Poxrt of Palm Beach Dlstrlot
P. 0., Box 9935

Riviera Beach, Fla.

(305) 842 5201 \

F. W. Donahue, Port Director

Manatee County Port Authority
Route No. 1 ‘
Palmetto, Fla. 33562

(813) 722-6621

J. E, Jaudon, Port Director

Panama City Port Authority

P. 0. Box 388

Panama City, Fla., 32401

(904) 763-8471

E. Harris Mercer, Port Director

Port of Pensacola

P, 0, Box 889
Pensacola, Fla. 32594
(904) 438-8537

Alexander Krygsman, Port Manager

Tampa Port Authority -

P. 0. Box 2192

Tampa, Fla, 33601

(813) 248-1924

Guy. N. Verger, Port Manager
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GEORGIA
Brunswick Port Authority
P. 0. Box 1039 '
Brunswick, Ga. 31520
(912) 265-3700
John A, Stubbs, General Manager

Georgia Ports Authority

P. 0. Box 2406

Savannah, Ga., 31402

(912) 964-1721

J. D. Holt, Executive Director

Savannah Port Authority -
P. 0, Box 128

Savannah, Ga, 31402

(912} 233-9604

B. Sanford Ulmer, Executive Director

HAWAIIL _
Department of Transportatlon
869 Punchbowl Street
Honolulu, Hawaii 968173
(808) 548-3205
E., Alvey Wright, Director

TILLINOIS
Department of the Port of Chicago
Navy Fier
Chicago, I11. 60611
(312) 744»u200
Capt. V. J, Coballe, Port Dlrector

Chicago Regional Port District
Lake Calumev Harbor

Chicago, I11., 60633

(312) 6461400

Maxim M, Cohen, General Manager

Waukegan Port District

3500 N, McAree

Waukegan, I11. 60085

(312) 244-0055

Michael T. Kobylanski, Manager.

INDIANA
Indiana Port Commission
P. 0, Box 189
Portage, Ind. 46368
(219) 787-8673%6
J. P, Fitzgerald, Port Director
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LOUISIANA A :
Greater Baton RNouge Poxrt Commission
P. 0. Box 380
Port Allen, La. 70767
(504) 387-4207 ,

C. W. Herbert, Executive Director

Lake Charles Harbor & Terminal District
. P, 0, Box AAA '

Lake Charles, La. 70601

(318) 439-3661

James E. Sudduth, Port Director

Port of New Orleans

P, 0. Box 60046

New Orleans, La, 70160

(504) 522-2551

Edward S. Reed, Executive Port Director

South Louisiana Port Commission
P, 0., Box 87

Hahnville, La, 70057

(504) 729-3164

S. E, Creel, President

MAINE

- Bureau of Waterways g
Department of Transportation
40 Commercial Street’
Portland, Maine 04111
(207) 773-5608
A, Edword Langlois, Director

MARYLAND o
Maryland Port Administration
19 South Charles Street
Baltimore, Md. 21201
(301) 383-5700
J. L, Stanton, Port Administrator

MASSACHUSETTS
Massachusetts Port Authority
99 High Street
Boston, Mass, 02110
(617) 482-2930

David W, Davis, Executive Director

Fall River Port Authority-
State Pier

Fall River, Mass, 02721
(617) 674-5707

William J. Torpey, General Manager
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MICHIGAN
Detroit-Wayne County Port Commission
900 Lafayette West !
Detroit, Mich, 48226 °
(313)224-5656
David E. Clark, Manager, Port Office

Michigan Dept. of State Highways and
Transportation

Bureau of Transportatlon Planning

P, 0, Drawer X

Lansing, Mich., 48904

(517) 373-6393

- Sam F, Cryderman, Deputy Director

Monroe Port Commission

P, 0. Box 26

Monroe, Mich, 48161

(313) 241-6480

Max M, McCray, Executive Director

MINNESOTA
Seaway Port Authority of Duluth
P, 0. Box 310
Duluth, Minn, 55801
(218) 727-8525
- C. Thomas Burke, Executive Director

MISSISSIPPI i
Mississippi State Por® Authority at Gulfport
P, 0, Box 40
Gulfport, Miss.39501
{601} 803-3851
"Capt. Robert C. Engram, Port Director

Jackson County Port Authority
P, O, Box 878

Pascagoula, Miss. 390567

(601) 762-4041

Donald H. Inskip, Port Director

NEW HAMPSHIRE
New Hampshire State Port Authorlty
555 Market Street
Portsmouth, N,H, 03801
(603) 436- 8500

John P, Regan, Chairman .

NEW JERSEY
Delaware River Port Authorxty
P. 0, Box 1949 |
Camden, N.J, 08101
(609) 963 6420
William W, Watkin, Jr., Executive Director



Il R .

'd N EE .

- rpege

NEW JERSEY (cont'd)

South Jersey Port Corporation

2500 Broadway

Camden, N.J, 08104

(609) 541-8500

Robert L. Pettegrew, Executive Director

NEW YORK

Albany Port District Comm1551on
Administration Building '
Albany, N.Y. 12202

(518) 463-1103

Frank W, Dunham, Jr., General Manager

Niagara Frontier Transportation Authority
1660 Statler Hilton

Buffalo, N,Y, 14202

(716) 856-6524

Arthur J. Fallon, Executive Director

- The Port Authority of New York & New Jersey

One World Trade Center
New York, N.Y. 10048

(212) 466-7000

A, Gerdes Kuhbach, Executive Director

New York City Dept. of Ports & Terminals
Battery Maritime Building

New York, N.Y. 10004

(212) 566--6612

Frank J. Pannizzo, First Deputy Commissioner

Port of Oswego Authority

Foot of East First Street

Oswego, N.Y. 13126

(315) 347-4503

Sherwood L. Hamilton, Executive Director

Rochester=-Monroe County Port Authority
P. 0, Box 4755

Rochester, N.Y. 14612

(716) 663-6600

William A, Carr, Port Director

NORTH CAROLINA

North Carolina State Ports Authority
State Port Terminal

Wilmington, N.C. 28401

(919) 763-1621

E. E. Lee, Jr., Acting Executive Director
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OHIO

Cleveland-Cuyahoga County Port Authority
101 Erieside Avenue

Cleveland, Ohio 44114

(216) 241-8004

Noel C, Painchaud, Executive Director

Toledo-Lucas County Port Authority
241 Superior Street

Toledo, Ohio 43604

(419) 243-8251

John A, McWilliam, General Manager

OREGON

Port of Astoria

P. 0. Box 569
Astoria, Ore, 97103
(503) 325-4521

George R, Grove, General Manager

The Port of Portland

P. 0. Box 3529

Portland, Ore. 97208

(503) 233-8%31

Lloyd Anderson, Executive Director

PENNSYLVANTA .

Philadelpnia Port Corporation
940 Public Ledger Building
6th & Chestnut Streets
Philadeliphia, Pa. 19106

(215) 925-9301

JIrvin J. Good, Executive Director

Western Pennsylvania Port Authority
507 Municipal Building

Erie, Pa. 16501

(814) 456-8561 .
Joseph G. Rosenthal, General Manager

RHODE ISLAND

Port of Providence

700 Allens Avenue

Providence, R.I. 02905

(401) 781-4717

Eugene G, Neary, Port Director

Rhode Island Port Authority & Economie
Development Corporation

1 Weybosset Hill

Providence, R.I. 02903

(401) 277-2601

James O, Roberson, Lxecutive Director
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SOUTH CAROLINA

South Carolina State Ports Authority
P. 0. Box 817

Charleston, S. C. 29402

(803) 723~ 8651 .
¥W. Don Welch, Executive Direcctor

TEXAS

Port of Beaumont

P. 0. Drawer 2297
Beaumont, Texas 77704
(713) 835-5367

James W. Martin, Port Director

Brazos River Harbor Navigation District
P, 0. Box 615

Freeport, Texas 77541

(713) 233-2667

P, R, Schaff, General Manager

Brownsville Navigation District
P. 0. Box 3070

Brownsville, Texas 78520

(512) 831-4592

Al Cisneros, General Manager

Port of Corpus Christi

P, 0. Box 1541

Corpus Christi, Texas /8403

(512) 882-5633 ‘

Harry G, Plomarity, Port Director

Port of Galveston

P. 0, Box 328
Galveston, Texas 77550
(713) 765-9322

C. S. Devoy, Executive Director

Port of Houston Authority

P. 0, Box 2562

Houston, Texas 77001

(713) 225-0671

George W. Altvater, Executive Director

Orange County Navigation & Port District
P. 0, Box 516

Orange, Texas 77630

(713) 883-4363

S. E. Pomeroy, Port Director

Port of Port Arthur

P. O, Box 1428

Port Arthur, Texas 77640
(713} 983-2011

Dow Wynn, Port Director
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TEXAS (cont'd)

Port Isabel-San Benito Navigation Dlstrlct
P, 0, Box 218 ‘ .

Port Isabel, Texas 78578

W. €. McConnell, Port Director

Calhoun County Navigation Dlstrlct
P, 0. Box 107

Port Lavaca, Texas 77979

D. L. Buchanan, Business Manager

VIRGINIA

"Virginia Port Authority
1600 Maritime Tower

"‘Norfolk, Va. 23510 '

(804) 622-1671

Norfolk Port and Industrial Authority
Norfolk Regional Airport

Norfolk, Va. 23518

(804) 857-3351 |
Kenneth R, Scott, Executive Director

WASHINGTON

Port of Bellinghan
P. O, Box 728

"Bellingham, Wash, 982 25

(206) 676-2500

T. J. Glenn, General Manager

Port of Everett
Pier One
Everett, Wash, 98206

(206) 5%3-3620

John G. Belford, General Manager

Port of Grays Harbe-

P, 0. Box 660

Aberdeen, Wash, 98520

(206) 535-3620

H. E. Soike, General Manager

Port of Olympia

P. 0. Box 827

Olympia, Wash. 98507
(206) 357-4433

Gene W, Sibold, Manager

Port of Port Angeles

P. 0. Box 791 '
Port Angeles, Wash, 98362
(206) 457-8527

.Thomas C. Neal, Manager
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WASHINGTON (cont'd)
Port cf Seattle
P. 0., Box 1209 :
Seatile, Wash, 98111 .
(206)587-3300 .
J. Eldon Opheim, General Manager

Port of Tacoma
P, 0, Box 1837
Tacoma, Wash, 98401
(206) 383-5841

Port of Vancouver -

P. 0. Box 1180
Vancouver, Wash., 98660
(206) 693-3611

Alex Tyrpak, Manager

WISCONSIN
Brown County Board of Harbor Commissioners
Courthotise '
‘Green Bay, Wis. 54301 -
(414) 437-3211, ext. 260
Robert W, Barclay, Port Director

Port of Milwaukee

500 N, Harbor Drive

Milwaukee, Wis, 53202

(#1%) 278-3511

John A, Seefeldt, Municipal Port Director

Superior Board of Harbor Commissioners
1407 Hammond Ave.

Superior, Wis, 54880

(715) 394-0210 _

James C, Sauter, Port Director

TERRITORIES
Panama Canal Zone
Transportation & Terminals Bureau
Box 5067
Cristobal, Canal Zone
Tel: Cristobal 43-1604 .
Col. Charles R, Clark, Director

Commercial Port, Government of Guam
P. 0. Box 1445

Agana, Guam 96910 ,

Harry P, Schnell, Deputy Director

Puerto Rico Ports Authority

G.P.0O. Box 2829

San Juan, Puerto Rico 00936

(809) 723-2260 .

Julio Maymi Pagan, Executive Director
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TFRRITORIES {cont'd)
. Trust Territory of the Pacific Islands
Department of Transportation & Communications
Saipan, Marianas 96950
Tel: 9300-9731
Elias Okamura, Deputy Director

Virgin Islands Port Authority
pP. 0, Box 597 '
Charlotte Amalie, St. Thomas, V I,
Tel: 809-774-1921

.John E. Harding, Dxecutive Dlrector
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' ADDITIONAL DATA SOURCES

 TRADE STATISTICS:

"Waterborne Commerce of the United States", issued
aﬁﬁually by fhe Department of the Army, Corps of
Engineers, in five volumes: . |

Part 1. Waterways and Harbors - Atlantic Coast

Part 2. Waterways and Harbors - Gulf Coast,
Mississippi River and Antilles.

Part 3. Waterways and Harbors - Great Lakeé.

Part 4. Waterways and Harbors - Pacific Coast,
Alaska and Hawaii.

‘Part 5. National SummariesQ7

"Highlights of U. S. Export and Import Trade" (FT990)

Issued menthly. U. S. Department of Ccmmerce, Socizl and

Econcmic Statistics Administration, Bureau of the Census.
PORT FACILITIES:

MARAD, Office of Ports and Systems. A national inventory

,Vof-physical facilities is maintained.

"PORT AUTHORITIES:

"Management of a Seaport", National Maritime Research
Center, M. J. Schwimmer and Paul A. Amﬁndsen, NTIS #
COM-74-11786. -

.
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